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« ROM timu to time Flight has urged the 
advisability of the R.A.F, doing propa- 
ganda work for British aviation by 
squadrons \dsiting foreign countries 
periodically, much as the Navy shows 
^ ^ the flag"' by sending representative 

units on visits to foreign ports. As 
regards the Navy, not the least impor^ 
tatit result of such visits, apart from the very great 
service done in establishing friendly relations with 
other nations, is that very often orders 
for foreign warships are placed with 
British shipyards, and there can be 
little doubt that much the same would 
apply if the same methods were adopted for the 
Royal Air Force. 

In this connection we would recall the fullowing 
]>aragraph from our Editorial Comments on March 29, 
1923, in writing of the Gothenburg Exhibition : " So 
far nothing has been said about sending a squadron 
of the K.A.F. As have stated repeatedly in these 
columns, we consider a great deal of good might be 
done by sending such a squadron. It is understood 
that France is sending a squadron which will take 
part in the competitions, give demonstration flights, 
etc., and a similar squadron from this country would 
greatly help by ' showing the flag/ There is little 
doubt that the Admiralty will send more than one 
man-of-war to the marine exhibition which precedes 
the aircraft show, so why not an R,A.F. squadron ? " 
We are very glad to see that this question of 
showing the flag is now being taken up by the general 
Press, and in this connection we would call attention 
to an article by Maj. C. C, Turner, which appeared m 
the Daily Telegraph of October 3. In this article 
Maj. Turner utters a timely word of warning, pointing 
out that other nations are pursuing a vigorous policy 
of aeronautical propaganda by sending aviation 
missions abroad to demonstrate the capabilities of 
their aircraft. That orders follow as a direct result 
of such demonstrations can scarcely be denied, and 
yet, although British machines and engines are second 
to none in scientific design and skilled workmanship,. 
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practically nothing is being done at present to con- 
vince other countries of this fact. We ourselves know 
it as a fact, but unless that knowledge can be spread 
to other nations it is going to be of little avail in 
getting orders for aircraft from foreign countries. 
As we have stated, we are extremely glad to see that 
such an influential paper as the Daily Telegraph has 
taken this matter up, and we sincerdv trust that 
other prominent daih' newspapers will fallow suit. 

In matters of this sort the excuse is generally used 
that the Treasurv is the stumbiing-biock, and that, 
although the Air Ministry is willing or even anxious 
to help in any way, there is no money available for 
such propaganda. The answer to this contention, 
which certainly has a great deal of truth in it, is, of 
course, that if the pressure of public opinion be 
strong enough the Treasury^ wnll have to yield. It 
cannot be considered, however, that the Air Ministry 
is entireh^ without blame in the matter, or is doing all 
that it might do to help British a^dation in general 
(and in so doing incidentally, helping itself and the 
R.A.F,). Maj, Turner, in the same article, refers to 
an anomaly in connection wdth the projected flight 
from Egy^pt to Nigeria, across Africa. He points out 
that the machines w^hich it is proposed to use (D.H.9a's) 
are fitted with American engines. That is scarcely 
the best way to demonstrate the qualities of British 
aviation, and if the flight is a success there is little 
doubt, as Maj. Turner points out, that America will 
claim a large share of the credit. Indeed she would 
be foolish if she did not do so. 

The one thing which matters above all else is that 
the Royal Air Force should be equipped wntfi the 
best possible machines and engines that can be 
obtained, and if British firms had failed to produce 
machines or engines of the best possible ty^pe, while 
another nation had turned out superior types, then 
there might be some excuse for obtaining the best 
types from abroad. In this case such is most 
emphatically not the case, as probably no one, least 
of all the Americans themselves, would claim that 
the Liberty is now' the best engine in the world* Of 
its type, of course, the Liberty is quite a good engine 
and is giving good service in the R.A.F., but no one 
could certainly regard it as being superior to modem 
British aero engines in any wdi\\ and the excuse, 
therefore, that it is the best engine for the job cannot 
be advanced. 

It might be, of course, that the reason is that the 
particular R.A.F. squadron about to attempt the 
flight across Africa happens to be equipped with this 
type of engine, but this is scarcely a valid reason for 
making w^hat is, after all, mainly a propaganda flight 
with machines fitted with foreign engines, and we 
do most earnestly urge that the matter be recon- 
sidered, and that machines fitted with good British 
engines be used for the flight* As Maj. Turner points 
■out in the heading of this particular paragraph in 
his article, it is equivalent to showing the ri\^ars 
flag/* and competition in the aircraft industry is so 
keen nowadays that no nation can afford to do that, 
least of all the British* 

* 0 * ♦ 

In the same article in the Daily Tde- 

Records graph Major Turner refers to another 

matter to which we have so persistently 
called attention in Flight, namely, that of establishing 
world*s records. As he points out, there are at the 
present moment a considerable number of British 
machines in existence capable of beating worlds 


records in ''‘various classes, but owing to the Air 
Ministry's attitude these machines are regarded as 
secret and '.are not allowed to establish such 
records, although perfectly capable of doing so. This 
is a question wfliich Flight has dealt with repeatedly 
during the past couple of years, and here, again, we are 
very^glad that the general Press is taking up the matter* 
It is ob\ious that a journal like Flight, in ex* 
pressing these views, may easily be suspected of not 
being entirely unbiassed, but such considerations do 
not apply to the daily Press, and if other influential 
journals w'iJl only take up these various points raised 
by Major Turner, there is little doubt that the 
Press can do a tremendous amount ol good in bringing 
home to the general public the fact that a\'iation is 
more and more all-important to the British Empire, 
and that no effort must be spared to enable Britain 
not only to hold her own in the face of the intense 
foreign competition existing at the moment, but 
attain a position of pre-eminence much a.s she has 
done in the matter of shipping and shipbuilding in tlie 
past. In this matter of records there is no question 
w'hatever of Treasury^ sanction ot the voting of 
extra money, but merely that those in authority at 
the Air Minis tr\^ should change the policy W'luch has 
hitherto prevente^,„^*7achines built for the Royal 
Air Force from establishing wxmld's records. 

^ ^ ♦ 

Attention has lately been drawn to a 
1 '^^* > novel form ol flying machine tvhich is at 

e icop ers * being tested at the Royal 

Aircraft Establishment at Fam bo rough, f*f., the 
Cien^a '' Autogiru" This machine is the ini'cntion 
of a Spanish engineer. Don Juan de la Cieiv^a, w^ho has 
been w^orking on the problem for several years, and 
who has gradually been developing his machine, until 
now' it is considered that all the main difficulties 
have been overcome. Particulars of an early model 
of the Cier\'a Autogiro** were published in Flight 
for May 24, 1923. and September 20, 1923. In the 
latest type, which lias been flowm at Famborough 
by Mr. Frank (riurtney, the top speed attained is 
not, we believe, very high, but the landing speed is 
extremely !ow% the figure of 20 m.p.h. having been 
mentioned. While it is still uncertain whetlier the 
" Autogiro principle has anv useful iipplication for 
commercial aircraft, owing to the apparant difficulty 
of obtaining high horizontal speed combined with a 
large useful load, it wxmld seem that if there is any 
iitiUty for a helicopter, and by offering a prize for 
helicopters the Air Ministry^ appears to indicate that 
it considers that there is a militaiy. u*se for a heli- 
copter type of machine, then the '' Autogiro ” comes 
sufficiently near to fulfilling requirements* Presum- 
ably, the main advantage of the helicopter for military 
Xnirposes is its assumed ability to hover**' The 
Autogiro " certainly will not hover, but if it can 
be flowm at a speed of 20 or 30 m.p.h*, it would *seem 
that for purposes of obsen'ation this would approxi- 
mate near enough to hovering, .since if such a machine 
w^ere cruising round at 30 m.p.h*, at an altitude of 
several thousand feet, it W'ould be, to all intents and 
purposes, equivalent to hovering. At any rate the 
" Autogiro '* has one very^ great advantage as com- 
pared with the helicopter. It does Jiy. It would 
certainly appear that, instead of wasting money on the 
Brennan helicopter, which has now^ been under 
construction for years, and which seems no nearer 
being a *success, the authorities might devote more 
attention to the " Autogiro." 
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THE SCHNEIDER CUP RACE 

Britain’s Chances Considered Good 


For a timt; the announcement that one of the- most severe 

ga es experienced for many years had, among other things, 
j o\'i.n down the tent hangar in winch the Snpermariiie- 
JNiapier S.4 was housed and damaged tl^e tail ^plane, caused 
'Considerable uneasiness in British aviation circles, since it 
loohed as if the damage might not Ije rejjairable. The latest 
news to hand, however, indicates that damage to the tail, 


to have as serious consequences as was at hrst feared, the 
use of ten I hangars for such valuable racing machines seems 
open to criticism. Not that vve w-ould suggest for a moment 
that the Americans have jetipardised the British machines 
by so housing them. In point of fact, the American defenders 
and other valuable machines|arc housed in precisely similar 
hangars, and several of these w^ere in as great danger, but it 



THE BRITISH SCHNEIDER CUP CHALLENGERS : These two front views give an exceUenl idea of the 

manner in which head resistance has been cut down to a minimum. Incidentally, it is of interest to note 
that the two photographs are approximately to scale, i.e„ the Supermarine S,4 is of slightly larger span 
than the Gloster Napier III. It was on the Supermarine- Napier S,4 that Capt, Biard established a new 
^ world's record for seaplanes by flying at an average speed of 226 752 m,p,h. 


can be repaired, and 

-will not, it iis hoptv^, . Y!itchf"ll the Supermarine 
The wisdom of sending Mr K, J- -Uneneu, rnr 


.»= 0l it. =h.ll=r6..s 

' -■ K, T. .Mitchell, thP Supermarine 

. ■ , •iiviarpiit since iiobodv else would 

; jr.. « no, »md 

Oi... th... r,joi«o ,1... tho oocid.nt U no, liltoly 


does seem rather unwise to spend a vast amount of money 
on racing aircraft, and then put them into flimsy tents that 
arc likely to be blown dowm. 

The British team is oow‘ hard at worlt, but needless to say, 
found time to attend the Pulitzer Race at Mitchell Field, 
which was won by Lieut. Cyrus Bettis on a Curtiss- Army 
Racer at the average speed of 24B*99 m.p.h. Lieutenant 
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Alford Williams^ on the Curtis 5 -Ka\^^ Racer, which is practi- 
cally identical with the Curtiss- Army, averaged 241 ’71 m.p,h., 
which is a little beitjw the speed at which he won the Pulitzer 
last y ear ( 24 3 ■ 78 m . p . h . ) . As i t is the Cu rti ss- N av y machi ne , 
which will, fitted with floats, take part in the Schneider Cup 
Race, the performance of this machine was naturally w^atched 
with the keenest interest by the British team, Rxperts in 
this country consider that if the speed put up by Lieut, 
WilliaiTis represents reasonably the maximum possible around 
a circuit, the British challengers should have a sporting chance 
in the Schneider Cup Race. There is, of course, the possi- 
bility that as there w'Cre no foreign machines challenging 
the Americans in the Pulitzer, W'illiams was not going " all 
out ” in that race, being content to leave it to the Curtiss- 
Army racer to w'in the l^ulitzer, and thus avoiding givdng 
the foreign ch alien gers an indication of the true capabilities 
of the Curtiss-Navy racer, but this does not seem very 
likely. On the established figures it is, as w^e have already 
mentioned* considered that the British machines should have 
a sp(jrtmg chance in the Schneider Cup Race. 

There can be little doubt that the fitting of floats wnll 
reduce the speed by something like 30 m.p.h., w'hich would 
bring the speed of the American defenders dowm to about 


210 m.p,h. As the Supcrniarine has averaged 220*752 m,p,h. 
over a straight course (and it seems likely that even this 
does not represent the best of w hieli the machine is capable) , 
there should be something in hand to allow^ for flying over a 
triangular course. The Glos ter- Napier III also is known to 
be capable of very high speeds, although it has not so far 
been able to establish ofllcial figures, and altogether there is* 
we think, every reason to believe that the British challengers 
will put up a very fine fight. As we have previously pointed 
out, cornering will play a ver%" important part, and the 
American pilots have an advantage in having had more 
opportunity of practising, but the British pilots arc now 
hard at Avork, and as presumably the American defenders 
will also be out practising there should be an opportunity of 
w'atching their cornering, and if there are any bints to he 
picked up we may be sure the British team will not fail to 
observe them. 

The practice flights during this w^eek and the early part 
of next week should help materially to get the British pilots 
into form." and the thoughts of ail interested in aviation 
wdll be with them fre<jucntly from now' onw'ards. So far 
the prospects are considered not unfavourable, and the next 
few days should give a good idea of our chances. 


O ^ ^ ❖ 

THE BRITISH SEAPLANE WORLD’S RECORD 

Some further Facts and Figures 


Last week we were able to record briefly the magnificent 
performance put up by the Supermarme-Napier S.4 Schneider 
Cup Hacer in establishing, on September 13. a new world's 
record for .seaplanes by flying at the average speed of 
226 '752 m.p.h. The flight was made over Southampton 
Water, and, as prescribed by the new regulations of the 
Federaiwn .^eronauH^it^ Itiiernalianalc, it consisted of two 
flights np-wind and tw'o dowTi-wnnd over a 3 km. (I '865 miles) 
course. 

The course itself had been laid dowm by the Borough 
Surveyor of Southampttm, and the flights were ofhcially 
observed on behalf of the Royal Aero Club by Capt. C. B. 
Wilson and Commander H. E. Perrin. The official time- 
keepers w^ere Messrs. A. G. Reynolds and S. T>. Bidlake, and 
the follow ing speeds were observ'ed : first nin, 364 865 km, hr. 
(228 -716 m.p.h.) ; second run, 360 km /hr. (223 *693 m.p.h.): 
third run, 362 416 km. hr. (225*194 m.p.h.'l ; fourth run* 
372 '414 km. hr, (233 '406 m,p.h.). Av erage, 364*924 

km. /hr. (226*752 ra.p.h.). 

The fourth run at nearly 231 i m.p.h. rather indicates that 
the machine w*as not " all out " on the other three, and if 
account b taken of the fact that the machine had, at the 
time the record was established, not been fully tested out, 
nor the pilot* Capt. H. C. Biard, become thoroughly familiar 
with the handhng of it, it seems reasonable to suppose that 
the actual speed of the Supermarinc-Napier S.4 is at least 
230 ra.p.h. in still air. probably a shade more. It is worthy 
of note that no dive whatever before entering the measured 
course was permitted, and that therefore the figures are not 
" boosted " ones arrived at by taking a long dive at the 
starting line. At no time during the record flight was the 
machine at any appreciably greater altitude than that 
maintained bver the measured course. 

In ^dew of the fact that the machine had not yet had time 
to be thoroughly tuned up* the flight is more than creditable, 
and incidentally, it provides a striking example of a subject 
mentioned in our Editorial Comments this week — namely, 
that if the Air Ministry would permit machines to try for 
w^orld’s records a considerably greater number might stand 
to the credit of Great Britain, The Supermarine-Napier S,4 
is not* of course, a Service machine* but it. like the Glostcr- 
Napier III, has been ordered by the .■\ir Ministry and lent 
to the constructors for the purpose of the Schneider Cup Race. 
There is no good reason w hy several British service machines, 
knowm to be capable fjf heating existing world's records, should 
nfjt be allow'cd by the Air Ministry to do so. They are no 
more " secret " than w^ere the two Sclineider Cup machines 
up till a week or so before their departure for the U.S.A. 

As regards the record itself, it beat the existing one (standing 
to the credit of Lieut. Cuddihy of the U.S. Navy Air Service) 
by 62-24 km. /hr. {38*7 m.p h.)* so) that there is no doubt 
in the matter. The increase in speed is definite and unmis- 
takable. Considering the relatively small experience w^hick 


this country^ has had of racing seaplanes* the achievement is 
one of the greatest in the history of British aviation* and 
reflects the very greatest credit on all concerned. 

In this connection men t ion should, of course be made first 
and foremost of the 8upermarine Aviation Works* ’who, 
in spite of ver\^ scant support by the Government until the 
last few' years, has retained its faith in the ultimate recogni- 
tion of the seaplane. Ever since the formation ol the firm 
in 1913 by Mr. Xc»el Peml>erton Billing, ’who has not* inci- 
dentally, been associated w’ith the company for years* 
the firm has had to fight a jieculiar apathy in Government 
circles, although it might have been thought that the advan- 
tages of the seaplane to an Island Empire like ours would 
have been obvimis to the meanest intelligence. Ftight is 
gratified to be able to claim to have alvvav'S reaUsed the vital 
importance of this Wpe of machine, and to have preache<I 
m and out of season the go.spel of the seaplane until often 
\vc have feared our readers must have Ijecome tired of reading 
about the seaplane. The correctness of our views* and those 
of the few firms w'ho have remained true to the seaplane ideal* 
has now' been amply demonstrated. 

To the Napier Company likewise must go much of the credit, 
since without the extraordinarily efficient Napier racing engine 
the record could scarcely have been established. The twi^ 
companies deserve success in the Schneider Cup race, as 
does also the Cdoucestershire AiriTall Comjiauy, who have 
strenuously developed the iand-racing machine tor a mini her 
of years, and w'ho hav'-e, during tlie last two years* turned their 
attention to the racing seaplane. 

We should be failing in our duty if we omitted to mention 
that the Fairey-Reid Duralumin propeller tLse^l ])laved u 
very important part. At the high tip speeds developed it 
is doubtful whether a wood propeller would have stood up 
to the strain, and in any case the thick sections that ’wtiuld 
have been necessary to give strength in a W'ooderv airscrew' 
would liardly have given the efficiency realised by Ike Fa ire y- 
Reid. In this connection one should not forget ttic Vickers 
Company, w'ho supplied the lluralumin from which the 
airscrew' ’w^as made, upon the quality of which the capaci’ty 
of the airscrew' to wdtkstand the terrific loads depended to 
such great extent. Duralumin is now beginning to come into 
its ow’n, and Vickers, Ltd.* will* w-e ho|>e* reap their due 
reward for having realLsed, so many years ago, the possibilities 
of this material in aircraft construction. 

If we state that the Supermariiie- Napier S.4 was covered 
w'ith Mallite*'* wmilc the engine was run on Shell motor 
spirit and lubricated wuth Castro], while the plugs “were 
K.L.G. 's, it will l>e seen that the effort w'as very much a 
co-operative one* in w^hich quite a large proportion of the 
British aircraft industry shares. Congratulations to all 
concerned, and may this prove the first of a long list of 
w'orld's records to be regained by Great Britain, All our 
industry needs is a chance to show what it can do. 
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10,000 MILES OVER THE SEA 


“Southampton" Flying-Boats’ Cruise 

siii'i’p I that a most instructive atu] was made hv four of 

Ln^i t! W No. 480 

Flving-Boat Flight, which is part of 
Command, K,A,I'„ ami is based at Calshot. 

ctiJipp recently been re-equipped with new twin- 

hid rv^ flying-boat.s of the " Southampton " tvpe, wliicli are 
^ Nnpermarine Aviation Works, l,td.. of Woolston, 
buuthamptun. They are fitted with two 450 h.p, Napier 
cruise was intended to demonstrate 
aci ity with which modern boats can work a%vav 

irum their own liase under any weather conditions. The 
n^ng, boats operated in conjunetion with H.M. Cruiser 
r'f^ H.M. Destroyers. The composition of 

R ight was four ^ Southarnpton flying-boats, and their 
Itinerary wms as follows, the duration of the cruise being 

ironi September 3 to September 23, 1925 

K-AT-. Base, Calshot to Portland, and thence to Cattc- 
tjater, PlyniontlL, and Catte water to Pembroke, where the 
yiii?“boats secured to moorings and refuelled from the 
destroyers ; Pembroke to Carrickfergus. Belfast Lough. 
hn route an exerci.se was carried out with H.M. ships. One 
flying-boat w'as forced tf> land near Wicklow Head owdng 
to slight engine trouble, and was taken in tow by H M.S. 

C^tlliope, arriving safely at Carrickfergus the following dav. 

Three flying-boats then proceeded to Campbeltown, where 
exercises were continued with H.M. ships. The fourth 
machine w^as left behind at Belfast for repairs. 

Throughout this period bad weather was experienced, the 
limes reaching gale force, with rain and low clouds. 

Visibility at times was reduced to 2fKl yards, with cloud.S 
as low as 100 ft. I hiring a gale on September 15 the three 
11 y hi g- boats 'landed safely at Campbeltown, on completioTi of 
an exercise, and reftieiled from H.MH. Cal I to pi- without 
any difficulty. Avhile llie gale was still at its height. All 
flying “boats handled well on the water and rude well at their 
moorings. 

im September 16 to 22 demonstration flights were carried 
out over such place.s as Ardrossan, Ayr, Oban. Greenock, 

(knirock, Cdasgow, Belfast, and other towns in the Belfast 
Lough. Much local interest was disjflaycd at these ]>Ixit:es, in 
some case.s the whole town turning out to watch the flying - 
boats. 

The Flight parted company with tlie Naval forces at 
Lampheltown on September 21, and liew to Belfast, where it 
remained a day with .\ir Vice^Marshal h\ H, S. Scarlett, C.B., 

D.S.O., Air Officer Commanding Coastal .^rea, j^.A.F., 
and Air Commodore C. L. N, Newalt, CAIXV., C.B.K., A.M,, 

Air Officer commanding. Special Reserve and Anxilian* Air 
Ft>rce. who arrived the .same evening in another " Southamp- 
ton frcmi England, 

On the following day a demonstration formation flight 


the flying-boats, and sur[ jri.se %vas 
expressed in Belfast that the aircraft should have been able 
to go up, as it was raining and blowing liard and visibility 
was pour owing to the mist. 

The Fliglit left for Cals hot on September 23, Iw^o luiats 
making a non-stop flight, a distance of 51b miles in 5f hour.s; 
the remaining two flying-boats visited ports rn roair. 'Fhe 
total distance covered by the Flight during live cruise was 
approximately 10,000 miles. 

The flight of the Air Officens Coni maud ing. Coastal .\rea. 
and the Special Reserv^e and Auxiliary^ Air Force, is also uf 
considerable interest, Tliey left Felix stow'e air station on 
September 19 in a ' Southampton belonging to that station, 
and proceeded to Cattewater eti raitte for Ireland. A cre\A- 
of four w^as carried, making a total of six people, wdth baggage. 
The start was made in a strong head wind and heavy rain 
storms. Tlie journey to Plymouth Avas successfully accom- 
plished in hours, despite the severe nature of the weather. 

On the 21st, the flying- boat left in a westerly gale and 
rain for Ireland, Off Lundy, really bad w^eather was experi- 
enced, and hardly any headway w^as made f{>r about 20 mins. 
Carrickfergus [Belfast Lough) w'as, liowR‘ver, safely reached, 
the journey of 379 miles liaving been covered in 5i hours. 

After the demonstration at Belfast had taken place on 
the 22ud. the Air Vice-Marshal’s boat, with the same pas- 
sengers and crew, left for Cromarty against a strong northerly 
wind and rain. The weather Avas so had that they were 
forced to land at Oban, the clouds being too low to allow of 
a crossing being made via the Caledonian Canal, wdiich is 
flanked by high hills. On the following day, however, 
conditions had tmpmv^ed and the machine reached Cromarty 
after a flight along the canal, ilere the .\.O.C,, Crjasta! 
Area, visited the Commander- in -Chief, Atlantic Fleet, On 
the 25tJi the flying-boat left lor the Firlh ol Forth, so that 
the A,O.C. could inspt't t srjme of tlie Scottish units of the 
Coastal Area Command. After a total flight of fiKI miles, 
F’elix.stnw'e was reach ed safely the same evening at 8 p.m., 
the pilot landing in the dark under extremely difliciilt 
circumstances. The total flying time taken from Cromarty- 
to Felixstfm'e w-as slightly over 8 houns. 

Both cruises have shiiwn that under conditions of weather 
which must throughout be considered distinctly had, the 
■’ Southampton '' flying-boats are capable of keeping ttie 
air and carrying out such oljsurv’ations as visibility will 
permit. What is more importa.nt, it demonstrates that 
a programme once having been drawn up, it can be adhered 
to piractically independently of the weather. Refuelling at 
sea was earned out on all occasions without a hitch, and, 
provided a certain amount <d shelter is available wlien the 
ifymg' boats are nut flying, it has been demojis! rated that they 
can function successfully quite separately and independently 
of their laud bases. 
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SCHNEIDER CUP DEFENDER : This photograph shows the Army-Curtiss racer on which 
AN AMEKit.. 1 g Army Air Service won the Pulitzer race at a speed of 248 99 m.p.h. Similar 

Lieut. fitted with floats, will be used as defenders in the Schneider Cup seaplane race. 
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THE TREND OF AIRSHIP CONSTRUCTION IN ITALY* 

By ENGINEER UMBERTO NOBILE 

Signor Nobile* who is Director of the Italian Government hut excluding equipment— was approximately 13,000 kgs., 
Airsliip Construction Establishment, stated in his introduc- consequently there was a useful load of 8,275 kgS- instead of 
tor\- remarks that the progress made during the last two 10,850 kgs. as estimated, and a " coefficient of utilisation*' 
years in Italy in the construction of semi-rigid airships (ratio between the useful load and the total lifting force) 
was, in his opinion, of paramount importance and such as to of 0^39 instead of 0-50 as estimated. 

warrant the submittal to the Brussels Congress of a briefly This rather big difference between the estimated and the 



Two views of the ventral keel of the NM semi-rigid airship. Note the fuel and water- ballast tanks. 


summarised account of the activities in that country. Such 
progress* in fact, was achieved by developing and gradually 
perfecting the N type, which was now quite characteristic 
of the Airship Construction Establishment in Rome. 

UTiile the NM (18,500 nim.) airship was still in course of 
constructian, the author ref erred to this dirigible at the last 
London Congress, estimating a maximum speed of 100 k.p.h. 
(62 m.p.h ), a useful load of 10,850 kgs.* and considering a 
lifting force of 1 , 1 50 grams per cubic meter. 

This airship (jec Flight, March 20, 1924) was completed in 
1923, and the test flights made on March 1, 1924, were so success- 


actual figure was due to a numl>er of circumstances, but 
principally to the following ; 

(а) Fabrics already in stock had to be used for making the 
envelope although much stronger and heavier than actually 
required. 

(б) A cabin with the most up-to-date fitments and even a 
bed cabin were built to demonstrate the possibility of affording 
passengers a maxinuim of comfort. 

(c) The weight of certain accessories was exceeded, par* 
tieularly in the covering of the framework and in the runway 
inside the hull extending from nose to tail 



The Italian N,t semi-rigid airship. On the left* the forward part of the control cabin* and* on the right* the 
luxuriously furnished bedroom — both situated in the front main car. 


fni that not the slightest alteration in any structural dement On the other hand a much higher velocity than estimated 
had to be made notwithstanding the fact of it being the first was obtained, in that with a developed power of 750 h.p. an 

example of quite a new type of ship. In subsequent test accurately checked speed of 70 mp.h. w'as obtained, instead 

fl^ights made under stringent conditions, the dirigible proved of 62 m.p h,, as estimated. 

to be extremely robust and to possess great stability, Th is result Si g, Nobile pointed out was of capital importance. 

manccn%’rability and high speed. In fact, by measuring the aggregate aerodynamical efficiency 

The owm weight of the dirigible— in full flying efliciency by the ratio bet w-een the product ;rV(V. volume in cubic 

• Paper read at tbe Third Imematioaal Air Congress” Brussels, Oct. 7, km. /hour) the motive power N 

1925, (in h,p.) we got a value of 1,350,000* which was 40 per cent. 
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trend of airship CIJNSTRUCTION in ITALY: General arrangement drawings of the NJ, 18,500 cub* m. and the N.2 7/MXJ cub. m 

semi-rigid airships* 
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above the estimated bgure comniuntcated to the London 
Congress, and more than double the efficiency of all the other 
dirigibles of equal or greater volume built so far in Italy, 
The decisive importance which this ver)- considerable 
progress in aero-d^mamical efliciency had as regards the 
future development of scmLrigid construction, was self- 
e\ddent. For the same volume and velocity', double efficiency 
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The ''N.l dirigible (J8,5(J0 cubic metres) mentioned above, 
apart from its characteristic constructive simplicity, presented 
a complex of structure wdiich w^as at once extremely robust 
and compact, wdth the exception, how^ever, of the stern, 
wffiere the support of the empennage, as designed and con- 
structed (a system of steel tube rings located along the parallels 
of the envelope, attached on the bottom of the central frame- 


O 

O 

o 

o 

o 

o 

o 

o 

o 

o 

o 

o 

o 

o 

o 

o 

o 

o 

o 

o 


o o o o o o o 


The M r , ” 
35,000 cub, ft. 
semi-rigid air- 
ship (the smallest 
in the world) 
making a descent 
on a lake. A 
small pneunnatic 
boat, also shown. 
Is carried on the 
airship. 
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spelt fuel economy to the extent of 50 per cent., and con- 
sequently a ve^'- much greater endurance of the airship 
itself. From this viewpoint, this Italian semi-rigid, X type, 
could now compete successfully with the most modern rigid 
airships. 

The results obtained in the aerodynaraic efficiency w'cre 
such that one would not be surprised if, despite the diminution 
obtaining in the useful load, the index of actual efficiency of the 
dirigible defined as a value of the product of the coefficient 
nf useful load of the aggregate aerodynamical efficiency and 


work of the dirigible, and joined together by means of another 
system of tubes located along the parallels) presented not 
only considerable difficulty as regards assembling, but it 
was also not sufficiently independent of the deformations 
of the envelope. Furthermore, the complexity of the super- 
ficial stifTening and of the fins wffiieh were connected to the 
former by means of hinges and bracing cables, constituted 
a hyper static system which was of difficult and uncertain 
calculation. 

To obviate these disadvantages Sig, Js'obile studied in 
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Two \iew's showing, on the left, the central engine nacelle of the N.l, and, on the right, the starboard 

engine nacelle of the S.2 semi-rigid airships. 


of the velocity, proved to be rrtusidcrably higher than the 1924 a new tail surface supporting system. It consisted of 
estimated figure. extending the ventral framing of the hull as far as the 

In fact, we got: meridians along which the horizontal fins and relative mobile 


^^^0-39 X 1.350,000 x 113=^ 10« X 59*5, 

whereas in the comniuiiication to the London Congress 
value of 10*^ X 47* 1 had been estimated. 


parts forming the elevators must Ije located. The fins were 
thus joined on one side to the internal framing along the 
ribs corresponding to the meridians of the envelope, whereas 
a externally they were supported shaped elements of good 
penetration, starting from the bottom of the said framings 
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WI'V Mrr^l^r ^ surfaces 

meniis r!t 7rr^.r* ‘ Iramt-work nt tlit- hull hv 

-"tatically aeterniii,e,l i„k 1 eusv of calcvl- 

obtl ned^ ’S" i" -'itrlicturc was 

(Iruwiuf; a (;t,)mpa.r!Stiii hetwefii the two 
jbtinij> nnc hiid to bear in mind that wnh ihr sv^tem o1 
titeriud stiflcmn^ a certain yohim^ ui was lost; but. 

n th< ntlu'r hand, as far a^i the stern was ifuu t-rntHb we gut 
a better ut dilation of htl, 


system, as in the old, the lower vertical hn 
and relatjve rudder were directly and ngidlv joined to the 
^ n ra flaming, whereas the ijpper fm, if any, was merelv 
supported by the envelope to which it was suitable braced 
by means of steel cables. 


Having designed the new structure of the tail end. 
big. Nobile said he did not deem it expedient, for obvious 
reas^ons, to apply it to dirigibles of niediuni or large volume 
without first experinienting with it, and so he decided to 
test it out on the ''Mr, a miniature airship of oniy f,014 
« ubic metres (3a, 000 cubic ft.l. The experiment was highly 
successful. ^ 

The peculiarity of this little dirigible was out so much 
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What was really renmrkiible, he added, and gave a patent 
demonstration of the high degree of perfection reached in 
Italy in the technique of semi-rigid construction, was that 
they obtained a useful load tvliich, proportionately to the 
small dimensions of the airship, was undeniably very iiigh. 
In fact, in its own weight, notwithstanding the adoption of 
a rigid framing from prow to stern, was only f>o0 kg. (1,430 lbs.) 
and, consequently, the useful load was BW kg. (IJ35Ibs.). 
Thus, the coelficient of usefut load was 5i per cent . 

From some characteristics of the '"Mr." given- Volume 
(V) = 1,014 cub, m., speed (r) =v 72 k.p.tn* b.p, (N) = 40^ — 
Sig. Nobile gave the value for aerodynamic efficiency as 
Vi2.'aj'3 

— — — = 935,000, which was very high considering the 

volume: for the index of actual efhciency : — 0-51 x 

935.000 X 72 = 10“ X 34-3. 

To give an idea of the progress achieved, Sig. Nobile 
compared these values with those of the S.C.A.'' dirigible, 
1,500 cub. m. (53,5(K) cub. ft.)» built in 1921, and which at 
that time was considered a great advance. 

“ SC A ''airship "Mr. airship 
Coefficient of useful load 0*29 0*51 

Aerrtdynamio efficiency . . H7th000 935,000 

Index of actual efficiency 10“ X 20 -7 10“ X 34*3 
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that it vva*^ the smallest semi-rigid in the %vorld, but that it 
was I lie mtijni ngid of all the tdhers built up to the present. 
In fact, the triaugular beam (d steel tubing forming the keel 
from pi'ciw to stern consisted ol elenn'nts which were rabl.xted 
instead of articulated with spiiencal knuckle joints, as was 
the case with all previi.ius construe linn. Spherical kniickles 
existed only in two transversal sections, in order to facilitate 
assembling,’' disassembling mid transportation of the keel 
itself. 

Here Sig. Nobile briefly described this small airship, out 
as full particulars ol the " Mr. ' were published m bidGHx 
for Seimunber 4 J924, we need ImrdW rejwat them here. 

He stated however, Itiat in a great number of cases the 
'■ Mr/’ had Iwen flown slngle-hamled , its navigating quahties 
were really renmrkaltle, and it |iosscssed great stahilitv ami 
exceptiemai maiuvuvnilhtity- so nnicli so that a miml>er o 
aiicctssfnl InmliriRs liad bc'ra niLicli' m a t^iMirtyard iii thi_ 
heart uf tlie city of It had already 

]fi0 flights, croswiuff tho Aiipomiinc ranimtaiiir. >exerai 

Ctmtimniift Sie, Ncl.ile >aid it was of inijKjrLaiicc to note 
that. O b the ..1 her hand, the rigidity and raininess o the 

tiif suS//!n‘/ th'r fac'r of /heir ^ 

^nvcloptc 


and this, nothwithstandmg the inexorable law by which, on 
the vulunie decreasing, the percentage nf usefiiJ loa.d deureasetl 
more and more in proportion. 

In view of the satisfactory results obtained wdth the " Mr " 
dirigible* the new supporting system of the tail surfaces was 
htted to a dirigible of larger volume — the N. 27. 000 cub. m., 
wliich was built last winter, and made its first flights last 
July, with considerable success. 

With the exception of the taibstififening* its general structure 
was substantially the sajne as that of the N.T type (18,500 
cub. m.). The protiit- adopted for the hull was similar to that 
uf the N.l, with the exception of a slight modification at the 
stem which, in this case, was coni cal instead of roundish. 
Furthermore, after the project had been completed, it was 
decided lu somewliat iiic lease the volume, and to simplify 
matters, a cylindrical trunk was inserUvI in correspondence 
with the main section, so that the elongation was slightly 
greater tlsan that of the N.l, 

The author here gave st>me constructional details of the 
N.2* and again we would refer our readers to a description of 
this airship which was published in Fught for September 10 
last. From a specification ol the N.2, given— from which 
w^e quote the following: — Volume (V) = 7,100 cub. m. ; 
speed (?') = 110 k.p.h.i h.p. (N) =470 — with a coefficient 
of useful load of 42 -5 per cent., for the aero dy an mi c efficiency 

, 3(16 x 1.331,000 , 

a value of — t— = 1 3)3o,0O0i was obtained , 


N 


470 


and for the index of actual efficiency* a value of 0'4S 
1,035,000 X no = 10* X 48*5. 
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A useful load coefficient of 42 -5 per cent, might be consi- 
dered satisfactc>r 3 ^ considering the limited volume, the high 
velocity, and the great space available inside the framing, 
giving comfort and roominess in the control cabin, and the 
easy access to all vital parts of the dirigible. On the tdher 
hand, the aerodynamic efficiency proved to be somewhat less 
than that of the K.l (18,500 cub. m.) ship. This was due 
niaiiily to the fact that on diminishing the main section it 
was impossible tt> decrease the main section of the control 
cabin, of the engine nacelles, and of a number of accessories m 
the same proportion. Furthermore, the profile of the 
w^as perhaps not so good as that of the N i 

Where dimensions and velocity were cmicenved. the N/J 
could usefully be compared with the " P.M.'' airship (5,270 
cub m ). which had a useful load of 2,15(i k,g. and developed 
a speed of 94-4 km. at 380 h.p. (see Minutes of the London 


Congress), This ship was built in J922 and was still in 
service- 

('onsequently W'e get : 

7,000 cuh.m. l*.M. 5,270 cub. m. 
Coefticient of useful load , . 42-5 per cent, 35 -5 per cent. 

Aerodynaniic efticiency 1,035,000 070, 00(^ 

Index of actual efficiency 10“ x 46 5 >, 22 ’4 

One could notice at once the enormous progrtsss made, 
without taking into account the fact that the " P.M. " (the 
keel of wJiich was of the old type, ffat framing, and with one 
cable-suspended nacelle), unlike the ^^2, did not offer the 
possibility of access to the most vital parts of the^ structure, 
nor of varying the distribution of the loads along the framing 
in relation to the exigencies of navigation, naitlier didit possess, 
like the N.2, a spacious control cabin with all the most up-to- 
daie fitments. 


B SI 13 la 

RADIAL AIR-COOLED AERO ENGINES 

By ROY FEDDEN 


After some years of ex pen mental work the success of this 
engine is now an accomplished fact, and it_s performance as 
regards reliability, life, and fuel consumption, is such that 
it must be reckoned with the best water-cooled engines of 
today,” 

This statement w^as made by Mr, Roy Fedden, the designer 
of the famous Bristol aero engines, in a paper read by him 
before the International Am Congress at Brussels. 

In the first part of his paper Mr. Fedden outlined Imiefly 
the early history of the static air-cooled radial engine recalling 
that when, in 1917, it found that the limit of the air- 
cooled rotary’ had been reached, attention was drawm to the 
static air-cooled radial of 300 to 41H) h .p. Although an excellent 
power-weight ratio >vas obtained, the promise given by these 
engines ivas not fulfilled. Serious failures occurred and 
designers of aircraft w'cre disappointed and held up indefinitely 
for their porn^r units. Following these failures the air-cooled 
radial went through a had period, but in spite of this there 
were still people who believed that the radial air-cooled had 
great possibilities providing proper time and care were 
given to its special problems. 

Mr. Fedden said that although it was not suggested that the 
radial w^as unequalled for all types of aircraft, nor denied 
that the successful development of this ty-pe of engine had l>een 
a long and serious undertaking, yet he confidently believed 
that the type would huid its own against all comers for certain 
classes of military’ and naval wrork, at any rate, for the next 
ten years. He pointed out that a 440 h.p. production engine 
of the static air-cooled radial type w’etghed, complete with 
propeller hub, exhaust manifolds, air intakes, etc., 33 per 
cent, less than that of the very- be.st w-ater-cooled engines 
with the same equipment, plu^ radiator and w-ater 


Advantages of the radial air-cooled engine, 

Mr. Fedden then proceeded to indicate certain distinct advan- 
tages w^hich the .static air-cooled radial w'as claimed to possess 
as compared with the accepted ty^pesof in line ” and ‘‘ Vee " 
tyq:>e w'ater-cooled engines. CM great importance among 
these was the saving of weight da this score the author 
expressed the opinion that up to 1,000 h.p. the static air- 
cooled radial offered by’ far the most promising field of explora- 
tion. Reference w'as made to some interesting tests made w'ith 
air-cooled radials on commercial servnee during the last 
twelve months and it was stated that the radial had given 
extremely satisfactory results aU owning a 15 per cent, incretise 
m the paying load, combined wdth a 7 per cent, increase in the 
speed, and the improvement tfp to 50 per cent, increase in 
the take off and climb, these advantages being accompanied 
by a 10 per cent, reduction in the fuel consumption per hour. 

Another advantage claimed for the static air-cooicd radial 
was the practical elimination of inertia torque. It ^vas pointed 
out that if gearing was desired a reduction gear could 
readily lie incorporated w'hile mamtaining the central axis 
for th^e propeller shaft, By employing air-cooling cno dis- 
pensed with the radiator, piping and water, with their atten- 
dant troubles, and for military and naval purpose.^ the 
elimination of all w’ater w'us important since in certain districts 
water might bt' very difficult to obtain. On certain classes of 
machine it might be necessary to leave the ground or take off 
a ship wfithin a few“ seconds of starting the engine and it w'as 
claimed that the air-cooled engine had great advantages in 
AS respect. 

For use in very warm climates it had twien found that an 


air-cooled cylinder would maintain lull power if the mean 
temperatun’ of the fin did not exceed 175 (\ By way of 
comparison Mr. Fedden stilted that if the mean temperature of 
the cooling surfaces of a radiator exceed evaporation 

losses became eoRsiderahle. In hot climates w'here the temper- 
ature might vary’ from 0*C to 45 C., the teinperaturr difference 
available for cooling might dimimsh 56 per cent, in the case of 
the radiator, whilst this diminution was only 25 per cent, in the 
case of the air-ccoled cylinder, In \’ery cold climates also, 
the lectin er stated that the avr-cooled engine w'as still more 
at an advantage. 

From the point of view of mameuvraHHty and saving of 
space, the static air-cooled radial scored by' being the shortest 
and most compact ptnver unit it had possible to develop 

so far. From a manufacturing point of view Mr, Fedden 
claimed that the radial scored through nearly all its partis l>emg 
symmetrical or round so that a considerable proportion td 
the machining w’as in the form of multiples, and apart from 
actual manufacturing facilities it %vas possible with a single- 
row static radial to eliminate castings altogether. Tn actual 
use the radial could be dismantled, overhauled and re- 
a.ssembled much more quickly than any other type of engine 
W'ith the exception of the rotary. The lecturer stated that it 
was possible for two men completely to strip down ready for 
inspection a 44i> h.p. radial air-cooled in 8 hours, and to rebuild 
it in 15 hours. 


Problems of the r^UiaL 

Having indicated the main advantages claimed for the 
radial air-cooled aero engine, Mr. Fedden dealt with some of 
the special problems peculiar to this type of engine, and wdiicb 
had been responsible for failure in the past. The main 
difficulties had been insuffirient cooling . valve burning, wear 
and failure of valve mechanism : excessive fuel and oil 

consumption ; unreliability and break down of big end bearing 
assembly : crankshaft failure : faulty instahation. Mr. 

Fedden stated that these problems had In^'en successfully 
dealt W'ith much careful experimental work, and om* by 
one the troubles had been w^eeded out, until now the air- 
ctKded radial was able to take a prominent position. 

With regard to cooling, Mr, Fedden stated that cylindens 
had now been evolved with a cooling area of ntd less than 
25 sq. ft. per brake imrse-power, and 0’3 in. pitch of fins, 
which would maintain an indicated main effective pressure 
of 142 for certainly 250 hours w'ithout breakdowui or overhaul. 
\'alve and valve mechanism difficulties liad been overcome, 
firstly, by the great strides recently' made in valve material, 
chromium alloys, combining cobalt silicon, and high per- 
centages of nickeh having Ijeen of great assistance in eliminat- 
ing scaling and w^arjnng The question of valve clearances 
was one of the utmost importance on radial engines and the 
trouble arising from the cylinders " growing ” had been 
countered by incorporating a patent mechanism whereby the 
valve automatically' maintained the clearance set wdien the 
engine W'as cold. 

Both the petrol and oil consumption of air-cooled radials 
had been excessive in the past, but through the elimination of 
hot spots and the maintenance of more even temxjeratiires, 
and by^ careful investigation of the problems of inductioij^ 
systems and distribution, it had been possible very’ greatly^ 
improve the petrol consumption. The oil consumption had 
been greatly reduced by the correct design of the crankcase to 
drain away the oil and by use of efficient scraper rings. 

The big end hearing assembly required very careful design 
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einfi Parly types laiM mainly on acctnint ol’ the liiiTli loaditiirs 

lecturer considered tliai the plain bearin- 
Solution as it was lighter anti the rubbing speed 
i n U ? ^irticulatld rod 

Hv ‘ tile eentre of the crankpin. 

By cartful ( esign it was possible to obtain a big end coti- 
smiotiorj with a mean ioad factor of !(i,ii(io lb per sq in 

which would give an PKcdlent bfe, 

In single row radial engines a desire tm the part of designers 
til incorporate ji nose which miglit be siiitahlv cowled in had 
ieci to iirolongation of the propeller end of tiie crankshaft. J t 
was essentia! that the propeller shaft end should be as short 

Us possible. 

Although tlie lecturer did not wisli m^ske any excuses 
for the (klinqunncies of the static air-cno!t-d in the pust, he 
submitted that many the» earlier radial en^rnes were 
senously hampered by incorrect mstallalion. It was md 
suthcTent so tn nioutu an engine that an ample v<dume of air 
irmii the slipstream of the propeller impinged on the cylinder 
heads, if 1]^,^ sir was not able to get away. To obtain the 
best results from an air-cuolcd engine the whole iTV^tallution 
required to he approached from a new standpoint. An 
interesting tyjie of cowling for single row radial air-cooled 
engines had receiuly been tested in Knglaud and France with 
very promising results, and this scheme, which was n(jt new', 


and was originally put forward by Mr, Robert Bruce, of the 
M'estland Aircraft Company, some years ago. consisted of 
cowling the engine down to the crankcase and fitting over the 
cylinders separate lielmet cowls which could be supplied with 
Controllable shutters and individual silencers. 

On the q[iestion of super-charging the lecturer stated that 
the exhaust driven turbo-ctmipressi^r was most promising, 
and the difliculties of super-chargiiig air-cooled radials had 
not materiahsi'd. Mr. pedden also referred to the Bristol 
variable^ valv^c timing gear, which ahords a simple metliod of 
increasing perfcjrmance at a height in cases where the extra 
complication of a supercharger is n<it warranted. 

In conclusion. Mr. Fedden stated that for some years to 
come the radial wouh] have m* serious competitor and would 
stand for the following types of machines : — 

1. Fur light aeroplanes with engines of one Iti three litres, 

2. f’Or training machines, tasi-jdanes, and the smaller 
passenger machines, with three, five or seven cylinders of 
six to nine litres capacity, 

3. For single-seater and tw'o-seater fighting machines of all 
classes, 

4. For deck -landing machines, and t!ie smaller float type 
seaplanes, 

5. }A>r the smaller type single engine^ and the large multi 
engine commercial machines. 

<S, f reuerallv for macliines in extremely hot and ctUd climates. 
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PREVENTION OF ACCIDENTS IN COMMERCIAL AVIATION 


By F. HANDLEY P.AGE 

*' To diagnose the causes of accidents fs the hrst stage 
towards their prevention, and in the following paper an 
investigatkm is made iritn the various accidents which have 
been recorded in the British Civil Aviation Reports^ with a 
view^ to indicating the way in which sucli accidents may be 
avoided/' 

This statement was made by ^Ir, F. Handley Page in a 
]>aper which he read la.st week at tlie International Air 
Congress at Brussels. The lecturer, for tlie purposes of his 
paper, divided the causes of accidents tf) commercial aircraft 
into two categories--(l) those (lue to the aircraft, and {21 
those due to the conditions under which the aircraft operated. 

One must, Mr. Handley Pagt" cleal with the question 

in a broader spirit, and consider as accidents, nn.sncce.ssf ul 
flights whereby the journey was interrupted, t/nsuccessful 
fli gilts were those whicii were interrupted by involinitary 
or forctxl landings, but which dul not, necessarily, result in 
anv accident. The comparative freedom of British civil 
a\datioii from accideTits was very Urgely attrihn table to the 
high skill of the pihjts in the many cases of interrupted flights 
That had ricnnred. It was interesting to recall that no 
accidents had resulted at terminal aerodromes, so that one 
might consider that a nt>nnal landing In a terminal aerodrome* 
was not an operation attended l>> ri'-k, calling for a very 
high degree of skill. 

Examining tlie nnsiKcessful or interrupted flights due to 
ilie aircraft, these were claHSiiied under the folh>w'ing 
heads ; .;1] failure td' the engine or engine installation, and 
1 2) failure Or ]>artial failure of part oi the structure of the 
aircraft, or of its control. Tables were shown which gave 
the numbers and (mnsf^s of laiidings from July. 1^22, to 
March. 1925 From these- tallies it was seen that during 
22 per cent, of the landings were due to mgine 
t>r mstallation failure, in 1922-24 the figure rose to 26 per 
cent, and in 1924 25 to 34 per cent . the actual hgurcs for 
engine failures being 47 m 1922 23 ; 91 in 1923^24: and 
H6 in 1924 25. The lecturer pointed out that in the summer 
neric^d, when the nuLSt living was done, the percentage ol 
engine faihires to total failures wa^ the highest, but this 
w'us not a good method of comparison as m the winter there 
w-ere many more weather ititerniptiuns. 

A better basts for comparison was to consider the inter- 
ruptions due to en.sjine or installation tajlurcs as a pereeritage 
nf the total flights commenced. The figures were ^ per 
cent 2 '26 per cent., and 2 2 per cerii, respectively. 

Engine failures proved to he far the greatest cause for 
iiitprniiitiun of t1ipht“, ami u» =i” avcrajlf they*caiised rnoru 
Ihati twic-f thy number of iiivoluntfiry landings duo to other 

"''“rwas the lecturer saiii, some^^•hat st.srtling to ‘^nnsider 
that on tile liasis r.f the past few years working, practicalh 
one fltoh in evorv 4.5 4s interrupted owing to engine or 
ln"4Krm failure. This inrlicated that there nmstjie a 


imov^mult in the power plani and |ts insJaUatm^^ 
!f ?sdiednled service was to be rnn over a long distance. 


A raihvay ser%*ice -w'ith 2 per cent, of its trips interrupted 
due to engine fail lire would be impossible. It should be 
Tememhered that each engine or installation failure might 
result in a forced landing in the case of a multi-engined 
machine, and almost certainly w'ouhl result in a forced landing 
in the case of a single-engmed machine, and, however skilful 
the pilot might be, both the machine and its occupants 
might be seriously jeopard i.sed in a formi descent, 

'J'uming to the involuntary landings due to conditions under 
which commercial aircraft opt^rated, Mr. Handley Page stated 
that although the number of itn^nbmtary landings due tu 
other reasons seemed liigh, it comprised a ver\' wutle scope, 
and those due to failure or partial failure cd the structure of 
the aircraft* were happily conspicuous by their absence. 

A table of statistics relating to tiie number of accidents 
that had happened on the British subsidised air services 
was shown, and the lecturer quoted the details nf the 
accidents from the Rejic^rt of the lii rector of Civil A\'iation. 
Out of the five accidents wliich had happened during 1923 24. 
two were dut to bad weather, Yvbile one might lie due either 
to bad weather conditions whilst taking off. cir to bad jnlnting. 
F’or the period 1 924-25 there W’cre four accidents* tif wdiich 
two were due to an error of judgment on the part of the 
pilot, one was due to a defect in tlie engine installation and 
one to other causes. 

'Fhc lecturer pointed out that it was interesting to note 
that according to tlie time tallies there had been a steady 
ciimintttion in the number of flights interrupted due to 
adverse con dit ions during the summer months, the figures 
dropping from 3-75 per cent, in 1923, to I -26 per cent, in 
1924. The figures for the winter monlhs did not show- such 
comparative improvenient, being for the three years 9*95 per 
cent., ill '2 per cent, and 7 -25 per c.etu., respectively, b’rom 
these figures one could realise the impossibility of running 
a real commercial service during the winter months wdien, 
on an average, 7i and 10 per cent, of the flights commenced 
were interrupted, due to w'eather causing an involuntary 
landing. Jt w^oiild be seen that these formed a much larger 
percentage than those due tf] any other sources, being 
6-7 ]>er cent., 5 *3 per cent, and 3*32 per cent, for the three 
years* compared with 2-2 per cent, of engine failures due to 
aircraft. The main causes of these weather interruptions 
were lack of visibility, due to fog; or low clouds, very heavy 
rain , hail or snow storms, and the presence of very strong 
head winds, causing the pilot to run short of petrol* and thus 
preventing the machine arriving at the terminal aerodrome 
before darkness set in. From these the lecturer concluded 
that the weather presented the greatest problem with wdiich 
they had tn deal in aviatiun. The number of accidents due 
to weather conditions must be seriously diminished if real 
progress was to be made* anti this dimimition had to hold 
good* even when a more extensive and regular service was 
attempted during the w'inter months. Ko piit>t w'ould attempt 
flying under adverse w^eather conditions unless he had con- 
fidence in the ability of the machine to carry him through 
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to bis destination, and the lecturer arrived at tbe conclnsioD 
that over long distance services, under European conditions, 
rmilti-englned machines ’were a necessity. 

Mr, Handley Page theOi again referring to the tables, 
pointed out that up to March, 1923, 10 per cent, of the 
flights commenced were interrupted, 0 per cent, up to March, 
1924, and 7 per cent, up to March, 1925, and during the last 
two years there were' five and four accidents, respectively, 
which led to serious damage to the machine or injury to the 
occupants. This represented one serious accident for ever>^ 
70 forced landings, or, approximately, one serious accident 
for every l,00f> flights commenced, which he regarded as 
much too high a percentage- \Miilst the development of 
ground organisation and multi-engined aircraft was pro- 
ceeding, Mr. Handley Page thought insistence should be 
laid on slow flying speeds with adequate control on all 
commercial aircraft. Tn the majority of cases, accidents 
iverc the result of a stall, and the lack of control which 


resulted, and if the aircraft could not only be landed slowly, 
but also flowui slowly, the commercial air services could 
maintain a much greater degree of regularity. Another 
means of preventing accidents, as a result of having to make 
forced landings, was for the installatiou in the machine of 
a wammg device to indicate to the pilot that the stalling 
point was being reached, or the use of the slot inter-counec teti 
with the aileron, or the slotted wing itself, so that full 
control w-as obtained if the machine was stalled, or, alterna- 
tively, that the stalling point was difficult to reach ciwdng 
to the extremely great angle of incidence at which it occurred? 
No matter how adequate the control beyond the stall, ^t 
was much better to fly under the normal regime, but the slot 
and inter-connected aileron or slotted wing by itself provided 
the means by which the danger of a stall was a vended. 
A further point upon which Mr. Handley Page thought 
insistence should be laid w'as the avoidance of w ing sections 
having a sudden stalling point. 

«> <s> 



Thesie two views 
of the Dornler 
“ Wal/* which 
visited Souths 
ampton recently, 
have been sent to 
us by Mr. O, E* 
Simmon ds. The 
upper photograph 
shows the ma- 
chine at rest on 
the sea, while nn 
the right is a view' 
of the nose and 
the two 

Roj^c^ ** Eagle ** 
engines . 
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JAPANESE AIRMEN REACH LONDON 




F.nglaJid on Uotobf-r Pi, Tlu'ir liwt 
tht^^JrlH ’ , (pertiaps tile iiioHi tluwn route in 

thpir 1 ^ yihcmt as much dj thcultv as ativ tliroughout 

tii^r lung journey from Japan. 

short iy [jefore nuon. and aEtJxough 
tmuhT fitted in ht^th machines it appears that 

t <m reaching the Freudi coast. A descent 

Inglevert at L 40 p m. and the 
^ wre given an overhaul. In the meanwhile almut 
^ gathered at Croydon to wlcomo them. 
1 mg a large number of the Japanese cokmv in London, 
aim many representatives of the .Air Ministry' and British 
aviation IndustI^^ Among those present were Mr. Yoshiria, 
Japanese Charge d 'Affaires ; Maj.-Gen. Ninomiyea ; Marquis 
Komatsu : Sir Sefton Brancker— who a.rmyd’ by air from 
Bfusseis and who recHvt-d a very hearty welcome back to 

ngland— Col. Kdwards and Col. Shelmerdine, re pre.se n, ting 
the Air Ministry for Civil Aviation ; Air Vice-Marshal Sir 
Geoffrey Saimond, representing the Air Council ; %vhile the 
Tt.A.b was represented by Air Comrriodore S. K, Sanson and 
a flight of C; re Ires from Kenley. The Royal Aero Club was 
represented by Col. F. K. McClean and Commander H. Perrin ; 
the Society of British Aircraft Constructors was represented 
by Capt. Adand, while Mr. F. I. Bennett and Flight-Limit. 
JSulman, on behalf of the Hawker Engineering Co., Ltd., and 
many otlier w^lFknown aviation " fans " w-aited patiently to 
give our Eastern friends a real British w'elcome. It was, 
therefore, a tliousand pities that this representative gathering 
waited m vain for our visitors, and had to icavi?. well after 
dufik. with their welcome nngiven when new.s eventually came 
in to the effect that the Japane.'^e airmen had lost their way 
but had landed safely at hamborough. 

But. to proceed vcith the actual happeningB of the flight. 
After a long delay at St, Ingle vert, the two Breguets were 
ready to start, and at 4.15 p.m. — in spite of the advice of the 
“ C.A.T.O.'" Croydon, that it would be wise to postpone the 
flight owing to weather Cfmdittons — the jLijjkanesc airmen set 
nut OTice again for England, as they were most anxious not 
to disappoint those awamng fliern at Croydon. It was verv^ 
foggy when they crossed t\w English coast east of Hover ; 
then, skirting the south of l.onclon, they endeavoured to make 
for Croydon, having to stf;^er iiy ecinijiass as it was impassible 
lo |>iek (lul any landmarks in the fog and gathering darkness. 
They were soon comp let ely lost, and eventually decided to 
land. Mr. Kawachi camc<lown in a small field, and in landing 
had the misfortune to Ining his machine on to its nose — 
fortunately, however, with little, if any, damage to the 
macliT ne and wi tli onh- si igh t i n j u r v to Mr, Katagi ri . M aj . A be 
flew a little farther on. and. spotting a somewhat liettcr 
" field/' made a perfect landing, in semi -darkness, and 
found t(i his dismay that lie had alighted cm Farnborough 
.\rrodronu\ He was welcomed In members of the H.A,F. 
at Farnborough and by Cnpt. F f. Courtney (who iuid lieen 
te.sting liu' fiipanish *' helicopter ’ machine), and they at once 
went to the assistanO‘ of Mr. Kawadii, the Japanese airmen 
being later entertained at the R.A.F. mess at the aerodrome. 
Capt. Couriuev then motored them u]\ to London, thus 
enahlmg them to attend a reciqition at the residence of the 
lapancse Ambassador. Hw fliglrt. which ha.^ been organised 
[jv t!ie A^ahi new.spaper. began at Tokyo on July 26 : Harbui 
(Manchuria) was reached on August 2, Aluscow un August 25, 
Berlin on Sejitember 1/, and P^aris on September 2S. 

On Tuesday, October 13, the Royal Aero Club and the 
Sooietv of British Aircraft Constructors gave a hmeheon in 
honour of the Japanese aviators Capmm Abe and Hr, 

Kawacl.t at tin- Savoy HotL.|, Uie Iiuko of 

Sutlierlatiil. Chairman af the Rovnl Aaro Uub, was in tJia 
Chair, and after the loyal toa.ts to H.y the King and H I JL 
the F-niTicror of Japiui. proposed the toast of the t.uts,s 


wmen nress He staled that everj^where 

‘..d,- hi Iind..r.t..rrf, reu'iv.d vor," hish immUm. Tl.e.r 

❖ ❖ 

"^'^'^^f/reported*t^^ two new. iinsubsidged ^’^IfFhead^ 

d,,te I..™ te. <h. S..«lhern CU.b, «th head- 


main troubles had been due to weather, ajul thtw were held 
up in AlnsctJw, although whether by weather or in connection 
w ith the decorat ioiiK be did not know, (ireat credit was due 
not only to the two pilots, Vnit also to their mechanics, who 
had seen to it that the engines and machines were given cven^ 
care. 71 k- 7>uke of Sutherland point'd out that this was the 
first time the nor them route had been followed, and thus the 
flight could be regarded as a pioneer one. 

While they were gathered to cele)>rale a sporting event of 
this nature, the Duke of Sutherland said they should not 
forget another sporting event that was shortly to take place, 
and lie w'ould suggest that a telegram be sent to the British 
Schneider Cup 7' earn in America wishing them luck in the 
forthcoming seaplane race. 

Sir Phillip Sassoon. llnder-Sccretary of State for Air, 
wdio seconded the toast, referred to the visit as being in the 
nature of a retuni one for the visit of a famous French 
aviator to Japan, but said they were all glad that the 
Japanese aviators had decided also to visit this country. 
He looked forward to the day when such visits, instead of 
as now being sporting ventures, were usual occurrences. 

Capt, P, j). A eland read a telegram from Mr. T, O, M. 
Sopwith, C.B.K., Chairman of the S.B.A.C., regretting inability 
to be present and congratulating the Japanese avoaUirs on 
their magnifir.ent flight. He (Capt. A eland) associated 
himself with %vhat had been said, and also pointed out that 
it was due to the Japanese press that the flight had been 
possible, just as in this country it -was due to the press that 
we had been able to achieve what we had in aviation. Without 
the assistance of the press c.mr technical and ^scientific brains 
would not tiave been able to do what they had done. Ide 
also sp^'ikt of the excellent w<nk of ihr mechanics, less 
spectacular but at least as important as that of the pilots. 
He referred with gratitude hi the kindness and hospitality 
shmvn British representatives in Japan, and expressed the 
hope that during their slay m this country' the Japanese 
aviators would \ isit R.A.F. stations and penetrate the 
w'<irks of private constructors. He was sure that we should 
be able to astonish them with the excellence and performance 
of British aircraft and aero engines and by the beauty of 
British workmanship 

Captain Af>e arid Mr, Kawachi b^nh spoke in Japanese, 
their remarks being afterwards translated. They expressed 
gratitude for the kindness shown them in this country 
and Capt. ,\he nckriowlcdgetl Japan's debt to British 
aeronautic science. 

Among those present were ; — The I'Hikc of Sutherland* 
Sir F7nhp 5a.*isoon, LieiJt.-Cr>F l'\ K, McClean, Capt, 
H, E F D. Adand, J. AVishida (Japanese Charge d 'Affaires)* 
Major-General H. Ninomiya, Air Commodore A. M. l.fmgmore* 
■^ir Viee-Alarslial Sir Sefton Brancker, F, Handley Page, 
Major S. V. Sippe, C. G. H. Winter. (7ipt. I). Nicolsoti* 
F. Sigrist, Basil lohnson, FI, H, Morris, H. (L ffiske. Squadron 
Leader M. E, .A. Whght. II. Hurroughes, Squad-Commander 
Janies Bird, (L G. Pam all, R. DelpecU, C. C. Walker. C, V. 
Allen. H E. Fermi, 


On W ednesday, October 14, Vickers, Ltd., gave a luncheon 
to the japaiieisCf aviators at the Hotel Cecil, Mr. Douglas 
Vickers iM-'ing in the chair. A distinguished company had 
gathered to honour the Japanese guests, and it was pointed 
out by the t'hairman that probably the gathering was unique 
in the number of heroes of long-distance llights present. 
These included, in addition to the Japanese guests. Sir Arthur 
Whitten Bnnvn, who w^as the late Sir John Alcock's navigator 
on the Cross-.Atlantie flight, Squadron Leader Sir Quintin 
i^rand, of Engiand-Capo Town flight fame.: Captain S, 

Cockerell, who flew from England to S. Africa in 192U : Major 
1), Aracena, w^ho made a flight from Santiago to Rio 
dc jiiueiro in 1 92 2. Flight- Lieut. !7enderlcith who was 

Squadron Leader MucLaien's pilot an the flight Iroiu England 
to the Behring Sea last year, and Major-CTeneral Sir Sefton 
BrauckeG IMrector of Civil Aviation, who this year flew wnth 
Alan J. Cobham to Hangonn and back, and who has but 
receatiy returned to England from another ttmr to the East, 
on which he added another 4,0l>tl miles or so to his already 
long list of flights. 

Speechmaking was reduced to a niinimum* but the following 
made a few brief remarks : Mr. Douglas Vickers, Captain, Abe, 
Air. Kawachi (the two last-named speaking in Japanese), 
Sir Sefton Brancker and Commander Sir Trevor Dawson. 

quarters at Shoreham, and the Seven Club (so called because 
it has only seven members) whth Lord Edw*ard Grosvenor 
as its chairman at Eastchurch. 
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Married 

^ On September 19, 1925, at All Saints' Church, Leamington 
Spa, Alfred William Clemsok, R.A,F., son of j, Clemson, 
Esq., Wellington, Shropshire, Avas married to Eileen Edith, 
daughter of Mr. and Mrs, Arthur R, Hands, jobannesburg, 
Transvaal. 

Flying Officer Alexander Thomas Laing, R.A,F„ was 
married on September 26, at the Church-in-thcAVood. 
HoUington, Sussex, to Eileen Mary, youngest daughter of 
Mr. and Mrs, F. W. Upson, of Hollington Park, St* Leonards- 
on-Sea. 

Charles Tevekill Freeman, D.S.C., A.F.C,, (late Major, 
R,A,F:), only son of Mr. and Mrs. P. B. Freeman, of 
Southgate, was married on October 3, at St. Mary the Virgin 
and Ail Saints', Potters Bar, to Margaret Leonora, second 
daughter of Mr. and Mrs. J* J. E. Watson, of Potters Bar. 

Flight- Lieut. Gvrtl N. Ellen, D.F.C., R.A.F., was married 
on October 3 to Gladys Lily, eldest daughter of Mr. and 
Mrs. Gardner, of Highgate, at St. James's Church, Mu swell 
Hill. 

<S> 


To be Married 

The engagement is announced between Flight-Officer 
C. N* H. Bilney, R.A.F,, second son of Mr. and Mrs. W. A. 
BiJney, Monks' View, Newbury, Berks, and Miss Nellie 
Garner Per ken, elder daughter of the late Mr. Thomas 
Perren and Mrs. Perren, of Villa Rosa, Wilts. 

Killed 

Flying-Officer Edgar Thomas O'Neil Hogben, R.A., who 
died on October 5 at Kohat, India, as the result of an aero- 
plane accident on October 2, was the .son of Mrs. Hogben, 
Elmwood, Harrogate, and of the late Edgar Hogbeu, M.D., 

M. R.C.P., and younger brother of S, J. Hogben, of Katsina, 

N. Nigeria. His age was 26 years. 

Death 

Major Ronald Sinclair Smith, late K.N.A.S. and K*A,F*, 
died on October 8. at 54a, Redelifle Square, S.W MO, of heart 
disease contracted in the Ser\4ce. 

0 0 


AERONAUTICAL RESEARCH COMMITTEE REPORTS 


From the number of enquiries we receive it appears that there is a desire in aircraft circles to know approximately the contents 
of the various technical publications of the Aeronautical Research Committee. All the aircraft firms probably receive these 
reports regularly, whether or not they contain anything of immediate interest or utility. In the case of draughtsmen, however, 
and others interested in aeronautics, w’ho can hardly be expected to purchase all the reports, the problem of deciding w'h ether 
any publication interests him is often a difficult one* As it is obviously desirable that the knowledge of aeronautics should be 
made available to all who take an interest in the subject, we have arranged with the Air Ministry to publish in Flight 
summaries of all the technical publications as soon as these are issued, or shortly before they are published. All A.R.C* 
publications can be purchased from H.M. Stationery Offices at Adastral House, Kingsway, London, W.C.2 ; 28, Abingdon 
Street, London. S.W.l ; York Street, Manchester ; 1, St* Andrew's Crescent, Cardifi ; 120, George Street, Edinburgh, and 
through any bookseller* 


Variation of Engine Power with Height, By H. L. 
Ste\-ens. H* M. Gamer, M.A., and W. G. Jennings, B.Sr., 
of the Royal Aircraft Establishment. Presented by the 
Director oi Scientific Research. R. and M., Nos, 960 
and 961- (E. 13 and E. 14.) August and September, 

1924. Prices 9d. and Sd. net. 

In calculating the performance of an aeroplane from flight 
tests it is essential to know the law of variation of engine 
powder vrith height. In the past it has been usual to assume 
that the horse-power at various heights is in proportion to 
the density, but recent experiments as described in the pre- 
sent reports and memoranda suggest that the law governing 
the magnitude of the horse- pow'er can be more accurately 
defined on a pressure basis. Whether this law^ wdll be finally 
accepted will depend upon the result of investigations now 
in progress at Martlesham in connection wdth a large number 
of t>-pes of aeroplane and engine. 

The method used in previous investigations to determine 
the engine power at a given height {see R. and M., No. 462, 
” The Variation of Engine Power with Height," by D. H. 
Pinsent and H. A* Renwick, presented by the Superintendent, 
R-A.E.) involved the assumption that the airscrew did not 
twdst under load. To avoid the necessity for this assumption 
a torque meter which measured directly the torque of the 
engine was designed and fitted to a B.R.2 engine and obscr\''a- 
tions of the torque obtained at different heights. Other 
experiments to supplement the work described in R. and M*, 
No. 462, were made to determine the rate of climb, engine 
revolutions and air consumption on a D.H.9 with a 200 h.p. 
Siddeley-Puma engine under various conditions of pressure 
and temperature wdth a special airscrew designed not to twist 
under load (see R. and M-, No, 960). In the experiments with 
a E.R.2 engine climbs were carried out at heights up to 
17,000 ft. and partial climbs at different heights. Measure- 
ments of air speed, etc,, were taken, and the engine torque as 
calculated was then plotted against pressure and density for 
different temperature ranges. As plotted, the experimental 
results suggest that the engine powder is very nearly a func- 
tion of the pressure only, except for low heights, where it 
depends to a certain extent on the temperature* A similar 
conclusion ivas reached in connection with the Siddeley 
Puma experiments wfiere the law of engine power ivas propor- 
tional to some power of the pressure (p- 1-05 in this case) 
rather than some ptnver of the density. 


Experiments on Transmission of Air Waves through 
Pipes* By L- F. G. Simmons, B -A., A. H.C. Sc,, and 
F. C. Johansen, B.Sc. K. and M., No. 957. (Ac, 176,) 
(13 pages and 8 diagrams.) January, 1925. Price H. 
net^ 

In many aeronautical researches it is desired to measure 
pressures at considerable distance.s from the points of observa- 
tion. For this purpijse it has frequently been custt unary to 
use long pipes, and this method is liable to introduce errors. 
The present paper deals wdth experimental wwk for measuring 
the corrections necessary for reducing the pressure and velocity 
measurements made in some full- scale w'ork with diaphragm 
gauges connected with Pitot tubes by long pipes, Reference 
is also made to some theoretical work by Rayleigh, and it is 
proposed to undertake at a later date a further analysis 
based on a modified theoryL 

The experimental part of the investigation is divided into 
two parts. The first consists of measurements of pressure 
made with the usual type of diaphragm gauge, at the ends of 
pipes ranging up to 122 m. in length and to 0,95 eras, in 
diameter : — 

(i) when a known pressure w^as suddenly applied at the 

near end, and 

(ii) when a simple harmonic variation of pressure was 

impressed at the near end. 

The second deals wnth experiments in which more precise 
methods were applied to the measurements of pressure along 
open and closed pipes wht^ji a harmonic displacement was 
imposed at the near end. Measurements of displacement 
were obtained by observing the motion of a soap film at the 
open end. The exj>eriments were restricted to frequencies 
beioTv 2,5 per second. The results indicate that the usual 
type of diaphragm gauge is unsuitable for the measurement 
of flu ctuatiiig pressures. A reduction in pressure and displace- 
ment and an increased lag in phase result (except where 
resonance occurs) from (1) an increase in the length of the 
pipe, (2) a decrease in the diameter of the pipe, (3} an increase 
in the speed of fluctuation. 

Marked divergence between observed and calculated 
results show that existing formulse relating to the trans- 
mission of sound waves through pipes cannot be successfully 
employed for correcting air pulsations of low frequency and 
finite amplitude. 
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lojit/oH Ga:;dtf, Ocityhir 1925 

I n, _ Ge}iiiml Duitfs 

I)ire.t« a"; reU,u„ii.b.s bb appni.tm.,., Deputy 

L^rwpB 1 5 4 r ^ ^ sciimnty of lUf^ dates indicated :—l\ R. 

Harwell, J, E. Bolt^ L, (i. CayJey, F. U. Doivniij^^ P. (i. S. Lnirdiner K 

vv I"' C. Kellv, (i. \V , Tuttle, S. H. White 

D 1 U L- T. F. ilarreti, F. N. Ganlwaite, 

A.- Mmray ; Sept, 30, 

T 1 . Olticers on probaliuD arc? efinfixrecd in rank (Sept 1 41 

K, E. A. H. Feather, jl C, likL, 

(jibh, FF \V Ltbboiij C. Heard-White, G, N. Hoar, J , \\\ M. Njinr^aiTow, V'. T, 
.\orwfflxJ, A L. R. Page L T Pankhurau S, C, Parker, C. IL Roberta [Lieut,, 
A. ainl b. Hldra., R.A.R.Ci.J, P,, (.., H, Husscll-Stracev, \V. R, L Spittle F B 
Xomkina, G. J, Veevers, P. \\ Williams, ' 

The^ following Pilot Oflleers are promoted to rauk of Flying Qtticcr, with 
Riiert Jrom dates indicated and with seuioriiy of dates indicaiod in brackets ' — 
H M, Whittle Sept. 15 (iJarr:h I5|. J. H, C. Wake ; Sept. 17 (March 17). 
Ide loNOwmg Pilot Officers are promtited to the rank of Fiving Officer;— 
F Stamcr; July 10, B. V. H. Harding; Oct. 3, Sqdm-'Ldr, R, L, G, 
D.S.O., Lg. restored to full pay from balf-pav : Sept, t!6. 

The tollfswlDg are placed on imlf-priv, Scale A ;— Group Capt. P, li foubert 
de Ja Fertfi, C,ALG,, H,S.U. ; Ort. 4 . ' Flight -Lft^ut. G. t . OTbamcll, b.F,C.; 
Sept. 2<i, Flight -Lieut, \V. H, Klliatui jji placed on thi^ retired list on account 
of illdicalth ; Oct. 7. 

1 lie following Flying Officers are transferred to the Reserve, Class A 
(OcL 5) : — W. j. Buchanan, D,F,C, ; C. W, Cutlemorc, M.C.t D,F.G. 


Flying Officer fhon. Fiight-Lient,) 1-L M. Onrrows (Lienl., R.N., retd.) 
resigns ins short ■stTvicc commin : Sept. Idying Officer P, L^ Ilinns 

{Lieut., R. Yorks Regt.l rcUnqnislies his icm,p. pninmiu on return to Army 
duty : Sept. 25. Wing'Comdr. N. G, Darru'l! (Bvt.-.Maf.* K.S.L.L) rHin- 
quishes his temp, mnimn, tm being placed ini ha11^].i>ay (ArmyK on a cep tint 
of ill-health : Sept. 30. Sqdii,-Ldr. A, R, Boyle. O.JTL,, M,C. (Capl., A, and 
S. HldrsJ.Telinquishes. his temp. c:omuiin (ui ndiriiig from the Army on necpunl 
of ill health caused by wounds, and b pmntUrd to retain his rank : A up. I. 
Flying tsfliccr 1>. P, Hritk'W. Al.L,, is dRniissed the service ]>y semcncc of 
General Court -marital ; Seju. 21. 

Mi'dica! Urtivtch 

The fuUowiug F'Uing {Jiheers are proniolfi] to the rank of Flight-Lient. 
{Oct. SI T, V. O'Hrien, M.iC J 3G W. G. Smith. M.B., K.A. 

ri/ . 4 t> Form Offiitrs. 

The following are granted cominns. in Class A. A, General l>uiies Branch, 
as Pilot Officers on prcibatimi : — H, C. Barreu ; Sept. 2H, H. Woed, WT J. 
Vouldop ; Sept, .'?<h The foNpvvrng Pilot Officers are couhnned in rank 
(Ocl, 1) ; — R. A. Jacqutn., A. J. Stubbing^. 

Fiymp Officer J . C, Dnnbiir is transierred froin Class A to Class C ; June 2S. 
F'lighb Lieut, J. O. Groves relinquishes his cgiuiiin, on ancount of ill -health, 
and is permitted to retain his rank ; Oci. 7. Flying Officer T. C. Lowe, MX., 
reliiiqujshes bis ct'mmn. on account oi dl-ffiMlth : Uct. 7. Pilot Offic**r C. A. J, 
Gnodfellow reUTiquishi?s his comton. on account ol ill health ; tK t. 7. 

Bfrata] lu Fi.ioht, f trtober 1 , 1925 , p. ti 45 — /.nrj</<rfT iweptember 15 

should read Latidirn Uas^Ue^ September 25. 

In notifications in Gairffc, Sepiembci 25, roimerning Hpi>oiiitmenls to 
short sertdee commissiems. — For Pilot Ofijcers (fiir JJ^'e yeuTs on iJje a c live list), 
read Pikit Officers on probation (tor live years on the active list). 


ROYAL AIR FORCE INTELLIGENCE 


AppolntmeiitSt — The following appointments In the Raval Air Force are 
aoCih^ : — 

Gincral Duties Brttnch 

Air Ctmmtidofe K. R. Ludlow 'Hewitt/C.M,G,. D.S.O., M.C„ to H.A.IA 
DepO|t pending comm on cement of course at K-K, College, Greemvkih ; l.lU-25 

IV ii]g fnmmand^r A. H. S, Steele- Per kins, £LU.E,, Ui K.A.F. l^epot, on 
transfer to Home Ksiali. ; 31.8.2,5. 

C. B. Cooke, to D<gwL. oil iranstcr to Home 

Estab. 22.10.2,5. W. J. Ryan, CJLh,, to No. 99 Sqiln., Birchaiu Newtau ; 
]■ IU.2S. li. A. Gfjrdfjn. D.B.P., to Air Ministry; ]b.ld.25. L. T. N. 
fioukJ, M.L.^ to No. urn Sqdii., S pit t legate ; 24.9-^5. J. McCrae. M.ILE., 
to H.y., Inland Area ; 9. in, 2x5. G. H. Hall, A.F.C,, to No. Flying Traiivmg 
Scb., Sea land ; 5.1 ik25. 

1‘l.ighi- UriiteHtinis : A. W. Syiuingtou, MX., to No. 8 Armoured Car Co,, 
Iraq ; IL9.25. J, C. Foden. A.F.C.. to reniam at No, 58 Sqdn,, Worthy 
Ih]Wtt, mstrad of ti> Inland Area Aircraft IVpnt, af- previously uotihed. 

/Tyifiy V_^icL*rs : G, M. Trundle, to Heliopolis Details, Egypl ; 27.8.2.5, 
J. L- Hayward, tn Sch. nf Tech, Traimng fMcnb Maiiston, on transfer to 
Homo Hstab. : 8.10.25. [Hen. FUght-Ueut.j F. B. Lawric, to In laud Water 
Transport Iraq ; 1 L9.25. N T. Ginjdwin and C, C. Harris, to Aircraft 

lleprd. Indin ; 9.9.25. 

0 0 


Pilot O^ietts : H W. Rarburiit H- H. Barrett .'oid H. J* Lljvd, to Aircraft 
Depot* India; 9.9.25. H. Miller, to Nti. 218 Stpiiu, Egypt; 15.9,25, 

The unilennentuiiicd Pilot OUirers are all p<>sled on appoiutiueut lo short 
service r 071! miss ions (on probation} (28,9.2x5) P, R. liarwell. F, G. Downing 
and fL W. Tuttle, to No. 19 Sqdin, Duxford. J. E. Bolt, E. IL Cayley and 
K, E. Hall, to Nt.]. 29 Sqdu*. Ji>uxlord. J, L. Chadwtrk, lo No, 111 Sqdn,* 
Dnxford. G. P, S. Gardiner, C, H. Jones and W. L. Whitlock^ lo No. 23 
Sqdti., Hen]ow^ K. Cjurston- Jones, H. C, Kelly and S, H, While, to Kin 3 
Sqdn,. ITavoii. H. F, Gower* to No. 1 1 1 Sqdn,. Dux ford, on apfioiutment 
to 3 short service commn. (on pmbatmu) ; .'10.9.25 . I. A, .Anfler^un, F. F. 
Barrett. F, N, Garth waite, D. J. Harrison and E. A. T. Murray, to Np. 17 
Sqdn.* Hawkiuge. on appitiniineni to short service commus. (on piobatioii) ; 
38.9,2x5. 

Nf Sri'S lifam'h 

Flight - Ltmi . J. J.umhm, to Stnrex'i JVpot, Egypt* 5x9*25- 
Flyitfg O^kfts; : R. tj- Fussell, lo No. 47 Sqdm, Egypt; 5-9.25* G, 

Scarfott, lo H.Q. Special Reserve and Auxiliary A,F’.; 9. i 6.25. 

liriinch 

Fiyine iJMnfijl} : N. F- -Smith, lo Elertrical and Wireless Seh. 

Flttwerdowii ; 5.18.2.5. 
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The Schneider Cup Supermarine Racer Damaged 

So .ME cuiifc'uJeTablc concern was caus^ed in British aero- 
nautical circles last Aveek end when news was received from 
Baltinifire to the effect that the Stipetmarine-Napier S-4 
racer had been tlaningcd in the terrific gale, which SAA^ept over 
the north-east coast of Amenca on Sunday, It appears that 
the canva.s hangar, in which the machine was housed, col- 
lapsed and a falling pole fell on the tail* which aa-ar, m con- 
-Sequence, damaged. The damage, fortunately, is not, 
according to later cahle.s receiAmd, of a very serious nature, 
am1 Mr.'Mitchell states that it can l.>e repaired before the 
race. While this mishap is undoubtedly unfortunate, it is 
stated that but for the efforts of those present the results 
might have been far mjre serious. It should be noted that 
all the othet Schneider ^buses are also housed in ..anvas 
hangar-^. 


Prague^ London Flight ,, , , , i i i i. t 

\ FINE flight was accomplished last week Ija Lieut, Jira^ 

r,f the Czechoslovak Arniv Air Service, rvlio flew from Prague 
to Limclou on an Avna'B-H 10 monoplane, pted with a 
fit) h ir Walter engine. He left Prague on Octoher fi and had 
hoped to reach Crovdon the same evening, Init he was com- 
pelled to land at Boulogne on account of fog. was unable 

to proceed until Octoher S, hut eventual) v arnved safOy at 
Crovdon where he was received by % 

Czechoslovak Legation, and Commander IL Pernn of the 
Roytd Aero Club who congr.a tula ted him on Ins performance. 

Civil 

™nducU.,lhiyo.r.,(.h^^ 

India Air service, . n < ^ where he has been attending the 
having flown S he Imperial Airtays 

.Air Cimgress.-to Criiydon m one oi t _ 

machines in company with hir 


that the tour has been quite successful, and on the signing of a 
suitable contract with Imperial Airways the air route from 
Egypt to India could lie started* During bis tour he had 
covered 3,0BG miles* in about seven weeks, calling at Alexan- 
dria, Palestine, Baghdad, Bushire and Teheran. 

The Pulitzer Trophy und a New' Speed Record 

In *'\merica's big speed contest, the Pulitzer Trophy race, 
which w'as flown on October 12 (havung been postponed from 
October 10) at Mitchell Field, Long Island, the winner, 
IJeut. Gyms IJettis, U-S. Army Air Service, flying a special 
Curtiss Army Racer, fitted Avith 6 1 9 h.p. Curtiss engine* attained 
an average speed of 248 -99 m.p,b over the 124 -27- mile 
(200 km,) couFxSe. This speed coUxStitutes a world ^5 record* 
Lieut, A. .Williams; ILS. Kavy. w'as second, Avith a speed of 
241-71 m.p.hx, on a similar machine. The opening of the 
New^ A’ork Air Meet (of which the Pulitzer ract was the main 
event) on Qctol>er 8, was marred by an accident to one of the 
competing mnchincs in the first evf^nt the Free-for-all 
race for 2-seaier low-powered machines — re,snlting in the 
death of the passenger named Buranelli (? designer of 
" Reniington-BumeHi biplane) and serious injury to the 
pilot. C, b. Chamberlain- We hope to give further details of 
the meeting in a subsequent issue of Flight. 

Midland Aero Cltib Opened 

The Lord Mayor of Birmingham, Alderman Pcrcival 
BtnA’er, proxSident of the Midland Aero Club, reopened the 
aerodrome at Castle BromAvich on Octol>er 8* for flying in 
connection Avith this club— one of those formed under the 
Air Ministry's light aeroplane scheme. He also accepted 
three Sopwdth '' Pups/' wdth 80-h.p. engines, the gift of Mr. 
Jame.s Palethorpe, a Midland flying enthusiaxSt, The club 
has two De Huyinand Moth light aeroplanes, and the Siddeley 
Company have sent over two of their latest machines for 
the use of the meml^ers- 
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The Supermarine 
O cricket XT : Left 

Q to right (back 

row) : H. R* Rob- 
O inson, A, R. J, 

* White, G. Clyde, 

C - Johns, R , 
O Amey, J, Smith, 

_ J< Hawkins- 

^ Front row : R- 

O W i H i a m s , C- 

Gadge, R. Has- 
O lam, E- Francis 

Q (Capt , W% Lucas , 

G- Goble, and E, 
O W, Marshall, 

Hon, Sec,, Sports 
^ Club, 

O 

O 

O 

OOOOOOOO 



SUPERMARINE SPORTS AND SOCIAL CLUB 

The cricket section of the Snpermarine Sports and Social 
Club has had a strenuous season, and the following list of 
matches played by the Supermarine XI shows that a number 
of games have been played between this XI and the R.AT. 
at Famborough, and various other K.A.F. stations. The 
foUownng are the results of the various matches, and it is 
worthy of note that, out of a total of 14 matches, S were 
w^on and ! drawm, a record of which S tip erma tines may 
well be proud. 

May 9 BoumemDuth Amateurs Home Lost by 23 runs. 

„ 16 Cunard Sports , , , , Home Drawn. 

,1 23 K.A*F, Calshot ,, ,, Away Lost by 1 15 runs. 

30 Municipal Officers *, Home Lost by 36 runs* 

June 6 R,A*F. Worthydown . . Home Won by 16 runs, 

ii 1^ .. , , Away Lost by 59 runs. 

li 27 R,A.F. Calshot ,, Home Lost by 1 4B runs. 

July 4 R*A.F. Famborough , , Home Won by 31 runs, 

I, 8 Fairey Aviation Works Home Won by 55 runs, 

15 Weston Park . , ,, Home Won by 22 runs. 

„ 18 Wellington House (Lon- Home Won by 97 runs 

don) and innings, 

r, 25 Bournemouth Amateurs Home Won by 1 wicket 

Aug. 15 R.A.F, Famborough , , Awaj' Won by 65 runs 

29 Bournemouth Amateurs Away Won by 13 runs 

and innings. 
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IMPORTS AND EXPORTS, 1924-1925 

Aeroplanes, airships, balloons and parts thereof (not shown 
separately before 1910). For 1910 and 1911 figures see 
''Flight" for January 25, 1912; for 1912 and 1913. see 
"Flight" for January 17, 1914; for 1914, see "Flight" 
for January 15, 1915 ; for 1915, see " Flight " for January 13, 
1916; for 1916, see "Flight" for January 11, 1917 ; for 
1917, see "Flight" for January^ 24, 1918^ for 1918, see 
" Flight " for January 16, 1919 ; for 1919, see " Flight " 
for January 22, 1920 ; for 1920, see " Flight " for January 13, 

1921 ; for 1921, see " Flight " for January 19, 1922 ; for 

1922 see "Flight" for January 18, 1923; for 1923, see 
" Flight " for January 17, 1924 ; and for 1924, see " Flight " 
for January 22, 1925. 


Imports, 

Exports, 

Re-Exports* 

1924. 

1925. 

1924. 

1925, 

1924. 

1925. 

i 

£ 

/ 

1 

/ 

£ 

Jan, ,.2,213 

3,546 

52,239 

83,728 

2,219 

291 

Feb. . . 920 

985 

26,349 

85,639 

335 

20 

Mar. 11,381 

— 

34.113 

56,881 

509 

9,355 

Apr, . . 373 

321 

56,998 

78,041 

6,014 

6,732 

May ..3,426 

560 

12,5,138 

74,844 

4,162 

15.278 

June. .1,219 

190 

87,629 

71,009 

2,115 

667 

July . .1,510 

184 

179,292 

159,262 

2,708 

870 

Aug. , . 687 

469 

247,982 

113,054 

950 

— ^ 

Sept. 4.3S3 

1,224 

67,749 

11L237 

641 

213 

26,112 

7,479 

877,489 

833,695 

19,653 

33,426 


PUBLICATIONS RECEIVED 

AGrofiatUicai Research Commidec^ Reports atid Memorajida : 
No. 425.— Model Drogue Experiments. By G. S. Baker. 
April, 1918- Price 9^^. net. No^ 974 (il/,29}. — Report on 
the Use of Artificial Sources of Light as a Substitute in the 
Weathering of Fabric. Part I. By W. G. Glendinning. 
July, 1925. Price net. H.M. Stationery Office, King.^- 
w^ay, London, W.C. 

The Strength of Mate rials. By John Case. Edward Arnold 
d: Co., 41-43» Maddox Street, London, W.L Price 30^. net. 

The Air Pilot Monthly Si€pplenieni, No. 12. October t 1925, 
The Air Ministry, Kingstvay, London, W.C. 2. 

Rimsia Aefonaidica, VcL I, No. 2- August, 1925. 
Direzione della " Riviata Aeronautica," Via Torino, 39, Rome. 
Price 50 lire. 

Catalogue 

Morris Hand Overhead Cranes. Herbert Morris, I Ad., 
Loughborough . 

m m m m 

AERONAUTICAL PATENT SPECIFICATIONS 

! Cvl. = cylinder - i.c. ^ internal combustion ; m. “ motor. 
Tbe numbers iu brackets axe those under which the Specifications will 
be primed and abridged, etc. 

applied for in 1924 

I^ibiiskicd October 15, 1925 

J. Keegax. Aeroplane propelliars. (239,961.) 

C. Cook. Rotary engine. (239, &66.) 

17,12U. Bxackbukn Aeroplane aku Motor Co., Ltu,, and F. A. Bcmpps* 
Folding wings lor aeroplanes. (239,971.) 

22,122. .ARH^^TRONc SmtiKLEV Motors, Ltd., and H. N. Wvlie. Wings, etc. 
(240,001.) 

27,553. A. Lamblin, CcioliDg-radiators. (22B,1M.) 

FLIGHT 

The Aircraft Engineer and Airships 

36, GREAT QUEEN STREET, KING SWAY, W.C. 2, 
Telegraphic address ; Truditur, West cent, Lx)ndon_ 
Telephone ; Gerrard 1828. 

SUBSCRIPTION RATES 

"Flight " will be forwarded, post free, at the foUowtng rates : — 

United Kingdom Abroad* 

J. d, s, d. 

3 Months, Post Free - . 7 7 3 Months, Post Free . , 8 3 

6 „ „ -.15 2 6 16 6 

12 „ „ ..30 A , 12 .33 0 

• Foreign sidjscfipUon^ be temped in BriHsh ewrrefwy. 

Cheques and Post Office Orders should be made payable to the 
Proprietors of " Flight," 36, Great Queen Street, Kingsway, 
"W.C. 2, and crossed iV esiminster Bank. 

Should any difficulty he experienced in procuring " Flight '' 
from local newsvendors, intending readers can obtain each issue 
direct from the Publishing Office, by forwarding wemiitance us 
above, 
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